Section 4: ENVIRONMENTAL CONSEQUENCES AND MITIGATION

This section presents an analysis of the potential
consequences, both beneficial and adverse, of the
No-Action and Build Alternatives for the I-69 project
with respect to transportation, social and economic,
physical and biological, and atmospheric
conditions. This section discusses primary, direct
impacts (the loss of a resource) and, where
feasible, indirect impacts (changes in the function
or quality of a resource). Indirect and cumulative
impacts are discussed, as well as measures that
would be implemented to mitigate unavoidable

impacts.

4.1 SOCIAL IMPACTS

The Project passes through a predominantly rural
landscape about fifteen miles south and east of the
Shreveport metropolitan area.  Development is
limited to towns associated with area highways.
The alignments were specifically developed and
located within the Preferred Corridor through
sparsely populated areas currently in use for
agricultural, oil and gas, and timber purposes to
minimize community, residential, and business
impacts while attempting to maximize public access

to this transportation facility.

Social impacts in rural areas may not necessarily
be dictated by the physical location of the proposed
highway in a particular community, but rather by

the presence of the proposed highway through the
local area, regardless of the particular alignment
location.  For this reason, all alignments are
expected to have similar social impacts unless
otherwise noted. Social impacts associated with
the No-Action alternative would be minimal and are

described where appropriate.

4.1.1 Land Use and Land Cover Changes

The Project will have both direct and indirect
impacts to existing land uses and land cover. The
construction of the highway will result in the direct
conversion of land currently in forest or agricultural
production, to a transportation use. The proximity
to highway access could spur indirect land use
impacts resulting from new or increased residential,
commercial, or industrial development in the Study
Area.

Land Cover Conversion

Land directly used by the proposed highway would
be converted from its present use to transportation
use as shown in Table 4-1. For the majority of the
route, land would be converted from forested lands.
Impacts to these land covers and vegetative
communities are discussed in Section 4.11. Line 2
would convert the least amount of land to highway

use while Line 3 would convert the most.
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Table 4-1
SUMMARY OF LAND COVER IMPACTS
. Forested PRSI Wetlands Developed Totals
Alignment Cropland
(ac) (ac) (ac) (ac) (ac)
No-Action 0 0 0 0 0
Line 1 1,119.8 501.1 52.1 22.5 1,695.5
Line 2 1,102.2 488.2 48.0 20.5 1,658.9
Line 3 1,111.0 524.1 55.7 25.9 1,716.7
Line 4 1,130.3 464.0 58.2 154 1,667.9
Line5 1,138.2 479.2 46.7 17.3 1,681.4
Line 6 (DEIS Preferred) 1,155.9 487.3 43.8 23.4 1,7104
Selected? 1,155.9 475.1 43.0 234 1,697.4
Frontage Road (Selected) 60.2 12.5 0.7 3.4 76.8

Source: Michael Baker Jr., Inc.
1 Selected Alignment is Line 6 with minor modifications

The No-Action alternative would not result in any
development beyond what the current development
trends would indicate.  Scattered residential
development will continue to occur as land

becomes available.

Indirect Development

The Project could facilitate indirect development in
the Study Area to some extent regardless of the
alignment selected. This development could take

several forms:

(d commercial development at interchanges
(4 industrial development in new industrial parks

(1 recreational development that may result due
to improved access

[ single site industrial developments by
manufacturing enterprises that locate in the
area due to improved access

(d residential development that may result due to
community growth and improved access to

nearby job markets.

Hartgen and Kim (1998) found that the extent and
type of rural interchange development is influenced
by the size of the nearby community, the services
offered, and the distance to that community. The
development would generally be proportional to the
size of the community and inversely proportional to
the distance from that community. That is, more
development would be expected at larger
communities with an interchange close by than for

smaller communities with an interchange farther
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away. The size and distance variables are not
absolute and exceptions to these general trends
can and often do occur. Precise predictions of type
and extent of development are not possible.

Interchanges are located to provide access to the
local highway network, facilitating Interstate travel
opportunities for Study Area residents. All Lines
have proposed interchanges at U.S. 171 near
Stonewall, 1-49, LA 1, U.S. 71, LA 157 south of
Haughton, and at 1-20. Little development would
be expected at these interchanges because a
variety of services exist in the Shreveport-Bossier
metropolitan area, which is in close proximity
(5-11 miles) to all of these interchanges. For
example, an existing interchange was provided at
LA 3276 for access to I-49, which is located
about 1.4 miles north of the proposed Project
interchange with 1-49. Since the interchange was
open to traffic, additional residential subdivision
development along LA 3276 between 1-49 and
U.S. 171 has occurred.

Lines 1, 3, 6 (DEIS Preferred Alignment) and the
Selected Alignment would have proposed
interchanges at LA 1 at the Port of Shreveport-
Bossier and at U.S. 71. The proposed interchange
at U.S. 71 is close enough to a sizeable population
that some indirect development is likely to occur.
The Port is expanding its operations and light
commercial development would be expected to

continue.

Additionally, Lines 2, 4, and 5 have proposed
interchanges at LA 1 and U.S. 71 about 3 miles to
the south of Lines 1, 3, 6 (DEIS Preferred
Alignment) and the Selected Alignment. Both
locations are close enough to a sizeable population
and far enough away from existing services that
light commercial development would likely occur.
Currently, both locations are surrounded by
pastureland that could accommodate some form of

limited development.

Single site industrial development could occur near
the proposed highway where land is available.
This development would be limited by the services
and infrastructure local communities could provide.
This type of development would most likely be
confined to areas where supporting infrastructure
would be available closest to the Shreveport-
Bossier metropolitan area along LA 1 and U.S. 71.
Furthermore, additional residential development
may occur in the communities of Stonewall, Elm
Grove, and Haughton due to improved access by

the proposed highway.

The No-Action alternative would not result in any
development beyond what the current development
trends would indicate.  Scattered residential
development will continue to occur as land
becomes available. Limited commercial growth

would continue at the Port of Shreveport-Bossier.
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Consistency of Highway and Indirect
Development with Land Use Plans

The Northwest Louisiana Council of Governments’
(Shreveport-Bossier  City area  Metropolitan
Planning  Organization (MPO) transportation
planning committee, have participated in several
meetings at various stages of the project to discuss
both land use and transportation issues as they
relate to the development of the Project. As
discussed in Section 2.3.10, the MPO expressed
their preference for an alignment following the

northern route of the Preferred Corridor.

Elected officials from Stonewall and Haughton have
actively participated in the project development
process and have been an active voice in the

decision-making process.

4.1.2 Community Changes

The Project would result in changes to
neighborhoods, travel patterns, local ftraffic,
community services, and property values. These
changes would be most evident in communities in
or adjacent to the highway. All alignments are

expected to have similar community impacts.

Neighborhoods and Community Cohesion

The alignment development process was designed
to fully consider potential community impacts at
both the corridor and alignment level of study.
Corridor location involved an attempt to avoid all
area communities and neighborhoods to the
greatest extent practicable, and subsequent

alignment development focused on avoidance of

individual residences and businesses. Lines 1, 3,
6 (DEIS Preferred Alignment) and the Selected
Alignment would cross a residential area along
Pine Hill Road in order to avoid other clusters of
residential development along LA 527 to the south,
and Goat Hill Road, Caplis Sligo Road, and LA 157

to the north.

Attempts were made to avoid small clusters of
residences in outlying areas. Community cohesion
for the more scattered residences in the Study Area
would be maintained via highway

overpasses/underpasses of the local roadways.

The No-Action alternative would not directly impact
neighborhoods.  Widening projects may disrupt
individual residents, but would not likely divide any
existing neighborhoods.

Community Access and Travel Patterns

Grade separations are proposed for all alignments
at all existing U.S. highways, state highways, and
parish road crossings via overpass or underpass
structures depending on roadway alignment and
terrain. Access within and between communities
would not appreciably change as a result of this
project.  Maintenance of access to individual
property parcels would be considered and

addressed during the final design of the highway.

Most communities within the Study Area will have
access to the proposed highway via six interchange
locations. In the western portion of the Study Area,
access to the community of Stonewall would be

44
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provided by interchanges at U.S. 171 and 1-49. An
interchange at LA 1 would provide access to the
community of Frierson via LA 175. Access to the
community of Elm Grove would be provided by an
interchange along U.S. 71. In the eastern portion
of the Study Area, an interchange at LA 157 would
provide access to the communities of Oakland and
Koran via LA 527. Access to Haughton would be
provided by an interchange at I-20. Shreveport
area residents could access the highway with
proposed interchanges at 1-49 and LA 1. Bossier
City residents could access the highway at

proposed interchanges at U.S. 71 and 1-20.

The No-Action alternative limits the accessibility to
an Interstate highway for many area residents.
Study Area residents that need to travel between
Stonewall and Haughton, without heading
northward through Shreveport, would have to use
the existing roadway network that provides an
indirect travel path between the two communities
with a limited number of bridge crossings several
miles north of the Preferred Corridor. While these
roads are acceptable for community travel, they do
not provide the convenience and safety of an

Interstate highway.

Travel patterns in the Study Area may change as a
result of the proposed highway. Residents would
have a choice to travel on the existing roadway
network or I-69 depending on their final destination.
Travel time between Stonewall and Haughton

would be reduced especially during peak traffic

hours or periods of construction and safety would
be increased through the use of the new facility.

The No-Action alternative fails to complete the
regional Interstate highway system and does not
provide direct Interstate access for area residents.
Residents that are located in the central portion of
the Study Area would need to travel to LA 1 or
U.S. 71 to access Interstate travel to the east or
west.  While these roads are acceptable for
community travel, they do not provide the

convenience and safety of an Interstate highway.

Changes in Local Traffic

Changes in local traffic would result from all
highway alignments. Residents living or traveling
along roads such as U.S. 171, LA 175, LA 1,
U.S. 71, LA 527, LA 157, LA 164, and U.S. 80 may
experience a decrease in the traffic volumes,
particularly truck traffic, as through trips are
diverted to the new highway facility. Most truck
traffic currently traveling these routes within the
Study Area would benefit from the increased
transportation efficiency provided by an Interstate

highway.

Community Services and Facilities

Most residents within the Study Area would need to
travel 15-20 miles to the Shreveport metropolitan
area for major medical and other professional
services. Residents would travel northward on
U.S. 171 from Stonewall, U.S. 71 from Elm Grove,

and LA 1 near the community of Caspiana to
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assess these services. Moderate to heavy traffic
would likely be encountered as the Shreveport-
Bossier area is approached. Travel on 1-69 for
northward travel on I-49 would improve access to
services especially in times of medical
emergencies. Accessibility to community services

would be improved by all alignments.

Adequate fire and police services are important for
the protection of citizens and property in all
communities.  Construction of 1-69 would benefit
the Study Area by reducing emergency response
times between communities by removing through

traffic from the local roadway network.

The proposed highway would not affect access to
churches, schools, and public facilities. Grade
separations proposed at all existing U.S. highways,
state highways, and local road crossings via
overpasses or underpasses would maintain facility
access. Lines 1, 3, and 6 (DEIS Preferred
Alignment) would impact the EIm Grove Baptist
Church. No other community facilities would be

directly impacted.

The No-Action alternative would not result in
improved community service accessibility or
improve emergency response times. Increased
traffic congestion along U.S. 71, U.S. 171, and
LA1 and adjacent roadways could make
community facility access more difficult and time

consuming.

Property Values

Property values could increase along highways for
which an interchange has been proposed as land
becomes more desirable for commercial and
industrial development. Commercial development
and associated increased property values are more
likely to occur at interchange locations near existing

communities.

The value of residential units adjacent to the
proposed highway is difficult to predict. Individual
home values are based on each owner's and the
potential buyer's perception of the benefits of an
adjacent highway and would vary on a case-by-
case basis.

Indirect Community Impacts

Indirect development that could occur as a result of
the proposed highway would affect the daily lives of
residents in nearby communities. All alignments
would produce similar indirect development. The
degree to which indirect development may occur is
dependent on many variables and is difficult to
precisely predict. Residential areas may become
more densely populated, demands on utilities and
social services may increase, and farmlands,
forests, and pasture may be converted to
residential areas and other forms of land use. This
growth is likely to occur over an extended period of
time and is likely to follow current residential growth
patterns observed in the Study Area where local
community officials, planners, developers, and

service providers have provided the basic
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infrastructure conducive to residential development.
Indirect development and potential community
change such as this can be perceived as positive
or negative. New development often means new
jobs, increased economic vitality and a higher
population. To some this change is unwanted

while to others it is desirable and vital.

Development that may occur at interchanges could
indirectly affect the residents living along these
highways. The land adjacent to the proposed
interchange could change from solely residential
and farm use to light commercial use such as
restaurants and service stations. While nearby
residents may enjoy the convenience of these
services, the previous rural character of their

residence would have changed.

The No-Action alternative would not likely result in
indirect development or associated change in
communities beyond the current development

trends.

413 Safety

The construction of I-69 would have a positive
impact on both highway and overall public safety,
including bicycle and pedestrian safety, within the
project area. All alignments would have a similar

affect on safety.

Highway Safety
Freeways eliminate many safety concerns
associated with other roadways. Traffic on the

proposed highway would encounter fewer access

points than along existing routes, a factor that
correlates to accident rates. Medians separate
opposing traffic streams, provide a recovery area
for out-of-control vehicles, and provide a place for
vehicles to stop in the event of an emergency.
Traffic traveling on U.S. and state highways within
the Study Area frequently encounters vehicles
turning onto or out of side roads or driveways,

which can lead to collisions.

Pedestrians and Bicyclists

Limited pedestrian and bicycle activity exists where
the proposed highway would cross U.S. and state
highways within the Study Area near the
communities of Stonewall, Frierson, and Haughton.
Pedestrian and bicycle safety could improve as
through traffic and truck traffic is diverted to the

proposed highway.

The No-Action alternative could result in additional
traffic accidents, fatalities, and property damage
along the Study Area roadways due to the future
increase in traffic volumes and increased

congestion.

4.14 Relocations

All alignments will displace residents. Line 2 would
displace the Pro Fab Welding Service in Haughton.
Line 3 would impact Regency Gas in Haughton.
Lines 1, 3, and 6 (DEIS Preferred Alignment) would
also displace the recently constructed Elm Grove
Baptist Church. Lines 2, 4 and 5 would displace
the Lucas Sludge Disposal Facility, a public facility,

ENVIRONMENTAL CONSEQUENCES AND MITIGATION
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near Gayles. Lines 2 and 4 would also impact
properties owned by Yogie and Friends Exotic Cat
Sanctuary in Frierson.  Structures were initially
identified on 1998 and 1999 aerial photographic
mapping, field verified, and entered into the Project
GIS for impact assessment.  Revisions and
updates were made to this information during the
Alignment Study and again prior to distributing the
Draft EIS to include all currently existing residences
and businesses. Structures were again updated

using NLCOG 2009 digital orthophotography prior

to identifying the Selected Alignment. An effort to
minimize residential, business, and community
facility impacts was made during both the corridor
and alignment study. Further steps to minimize
displacements will be considered during the final

design of the highway.

Table 4-2 compares the relocations for all
alignments. Line 5 would have the least number of

relocations while Line 1 would have the most.

Table 4-2

RELOCATION SUMMARY
Structure/Facility Type
Alignment - hﬂgmf BUSiness Ccc:):unrwcuhmty Fag!:t:(es II:aucl?lliltcy Total
No-Action 0 0 0 0 0 0 0
Line 1 11 23 0 1 0 0 35
Line 2 10 8 1 0 0 1 20
Line 3 10 21 1 1 0 0 33
Line 4 12 10 0 0 0 1 23
Line 5 8 10 0 0 0 1 19
Line 6 (DEIS Preferred) 8 22 0 1 0 0 31
Selected? 7 21 0 0 0 0 28
Frontage Road 2 0 0 0 0 0 2
(Selected)

Source: Michael Baker Jr., Inc.

1 Selected alignment is Line 6 with minor modifications

The No-Action alternative could result in future
relocations as minor safety improvements and
additional widening or passing lane projects are
implemented within the Study Area. All future

projects will include measures to minimize

relocations to the extent practicable. Due to the
existence of numerous residences along area
highways, it is reasonable to assume that some
impacts to residences would occur as improvement

projects are implemented in the future.
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Relocation Mitigation

An assessment was made of the available housing
to determine its comparability with the relocatees’
needs. An Internet search was conducted to
determine available housing within the Study Area
(Home Gain 2011). The results are summarized in
Table 4-3.

The DOTD conducts the acquisition and relocation
process in accordance with the Uniform Relocation
Assistance and Real Property Policies Act of 1970.

Table 4-3
CURRENT AVAILABLE HOUSING!
Area Price Range Number
Stonewall 89,900 - 279,900 12
Frierson 25,000 1
Elm Grove 33,000 - 350,000 5
Haughton 35,000 - 459,900 65

Source: Michael Baker Jr., Inc., Home Gain 2011
1 Housing units generally fall within Study Area from U.S. 171 to 1-20.

Relocation assistance will be made available to all
residential and business relocatees without
discrimination as to race, color, national origin, age,
sex or religion. In all cases, decent, safe and
sanitary housing will be made available for all
relocatees. The DOTD is committed to locating
replacement housing within the occupant’s financial
means and within the general area of the project
and when necessary providing housing of last
resort. A Conceptual Stage Relocation Plan was
prepared for the Selected Alignment and is
included in Appendix L. Real estate availability will
be reassessed once final design of the highway

has been completed.

42  SECTION 4(f) AND SECTION 6(f)
RESOURCES

Section 4(f) of the Department of Transportation
Act of 1966, as amended (49 U.S.C. 303) protects
public parks, publicly owned recreation areas,
wildlife and waterfowl refuges, and historic and/or
cultural resources of national, state or local
significance from conversion to highway use unless

there is no prudent or feasible alternative.

Section 6(f) of the Land and Water Conservation
Fund Act of 1965, (Public Law 88-578) prohibits
property acquired or developed with assistance
under the Act from being converted to other than
public outdoor recreation uses without the approval

of the Secretary of the Interior.

No resources protected by either Section 4(f)
or Section 6(f) would be impacted by the No-Action

or Build alternatives.

4.3 ENVIRONMENTAL JUSTICE

Executive Order 12898, Federal Actions to Address
Environmental Justice in Minority and Low-Income
Populations, directs all Federal agencies to
determine whether a proposed action would have
an adverse and disproportionately high impact on
minority and/or low-income populations.  In
addition, elderly populations (>65 years old) were
also assessed. The objective of the Environmental
Justice policy is not to develop alternatives that
simply move the impacts from one affected group
to another, but to fully and equitably consider

potential project impacts to minority and low-

ENVIRONMENTAL CONSEQUENCES AND MITIGATION
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income populations during the project development

process.

4.3.1 Methodology

Fifteen U.S. Census Bureau 2000 Census Block
Groups were identified within the Study Area and
initially examined to determine the presence of
minority, low-income, or elderly populations within
the Study Area (see Table 3-7 and Exhibit 3-1).
Comparisons using the 2010 Census of Population
and Housing or the 2005-2009 American
Community Survey (ACS) 5-year estimates were
not possible because the population data is not
aggregated down to the Block Group level. Eleven
of these fifteen block groups would be crossed by
the proposed alignments. Further analysis of this
information was conducted to establish Parish
reference populations for comparative purposes in
determining  disproportionate  project impacts.
When possible, Parish reference populations
consisted of only those Census Block Groups
within the Study Area.

Table 4-4 presents the minority, low-income, and
elderly populations potentially affected by all
developed highway alignments compared to the
appropriate reference population. The majority of
Census Block Groups traversed by all alignments
showed no indication of disproportionate impacts.
The shaded cell in the table represents a value
considered substantially different than the
reference population values and identified Census

Block Groups where disproportionate impacts may
occur. This area was examined in greater detail to
determine the extent of any project impacts,

positive or negative.

Bossier Parish Census Block Group 5 in Census
Tract 111.06 was the only tract traversed by the
proposed alignments with a substantially higher
percentage of minorities (71%) when compared to
the reference population (27%). A small cluster of
homes and one business is located along Shootout
Lane in the northeastern portion of Block Group 5
between the western border of the Louisiana Army
Ammunition Plant, U.S. 80, and Clarke Bayou.
These were identified and avoided during the
alignment development process in order to

preserve community cohesion.

4.3.2  Summary of Environmental Justice
Considerations

No disproportionate impacts to minority, low-
income, or elderly population groups would be
expected by any of the alignments. During final
design of the highway, further consideration will be
given to reducing residential and business
displacements.  All displaced residents will be
provided with relocation assistance by DOTD and
every reasonable effort will be made to relocate
affected residents within  their immediate

community.

4-10
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Table 4-4
CENSUS BLOCK GROUPS POTENTIALLY AFFECTED BY THE ALIGNMENTS
% Speaks
Language
Census % 65 Median Othef than
Parish o Block | Population R and | Household o el Angllehn
Tract Group Minority Older - Poverty Home and
Speaks
English Less
than Very Well
Bossier 110 1 1,715 24 15 35,560 14 0
2 851 22 10 48,802 20 15
3 1,928 35 7 32,548 24 0
4 2,121 6 6 55,781 4 0.5
111.06 1 1,124 10 8 38,611 15 3.1
4 3,317 24 9 33,542 16 0.7
5 14 71 0 61,250 0 0
Bossmr.Parlsh Reference 11,070 97 3 43,728 13 19
Population
Caddo | 240 | 1 1,238 9 35 72,222 19 0
Caddo I?ansh Reference 1238 9 35 72,222 19 11
Population
DeSoto | 9501 1 2,423 37 10 39,028 13 2.7
2 1,646 19 12 37,679 15 0.1
3 2,875 27 10 36,650 19 0.2
DeSoto.Parlsh Reference 6,944 o8 1 37,786 16 16
Population

Source: U.S. Department of Commerce — Bureau of the Census — 2000 Census of Housing and Population
* Shading indicates values substantially different from the reference population.

4.4 ENGLISH PROFICIENCY

Executive Order 13166, Improving Access to
Services for persons with Limited English
Proficiency (LEP), requires federal agencies to
examine the services they provide and identify any
need for services to those with limited English
proficiency. The Executive Order requires federal
agencies to work to ensure that recipients of
federal financial-assistance provide meaningful
access to their LEP applicants and beneficiaries.

Failure to ensure that LEP persons can effectively

participate in or benefit from federally assisted
programs and activities may violate the provision
under Title VI of the Civil Rights Restoration Act
of 1987 and Title VI regulations against national

origin discrimination.

Year 2000 Census data for “Language Spoken at
Home by Ability to Speak English” for the
population five years of age and over indicates that
between 0 and 3.1 percent of people within block

groups transected by or adjacent to the proposed

ENVIRONMENTAL CONSEQUENCES AND MITIGATION
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alignments speak English less than “very well”
(see Table 4-4). The LEP populations within the
Study Area speak a variety of languages including
Spanish, other Indo-European languages, and
Asian and Pacific languages. Comparisons using
the 2010 Census of Population and Housing or
the 2005-2009 American Community Survey (ACS)
5-year estimates were not possible because the
population data is not aggregated down to the

Block Group level.

The Study Area is predominantly rural in nature
with dense residential development limited to the
towns of Haughton and Stonewall except for the
northern portion that is bordered by the cities of
Shreveport and Bossier City. No ethnic
neighborhoods, business districts or billboards in

non-English were observed during field studies.

The No-Action and Build alternatives would have
no disproportionate impact on Limited English
Proficiency populations.

45  ECONOMIC IMPACTS

Economic impacts related to the development of
the Project include a temporary increase in
construction employment, an increase in other
employment areas, reduction in travel costs, and
additional local and regional income generated
from sources such as transportation related taxes.
Economic impacts would be similar for all

alignments, including the Selected Alignment.

451 Employment Opportunities

Construction of the proposed highway would
positively impact the local economies of the Study
Area communities. New employment opportunities
would be generated by the construction activities,
in addition to the services required to support the
operation. A national FHWA study on employment
impacts of highway investment (Highway
Infrastructure Investment and Job Generation: A
Look at the Positive Employment Impacts of
Highway Investment, USDOT, FHWA, 1997) found
that every $1 billion in Federal-aid highway
investment supported approximately 42,100 total
full-time equivalent jobs.  Jobs were further

classified as:

[ direct or on-site highway construction jobs
specifically involved with the highway
improvement project such as construction

construction

laborers,  engineers, and

managers

(1 indirect or supply industry jobs at firms that
supply equipment, materials, and
administrative support

( induced jobs created when construction-based
employees spend their wages on various

goods and services throughout the area.

An estimate of the number of jobs potentially
created by the proposed highway is shown in
Table 4-5.

4-12
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Table 4-5
ESTIMATED EMPLOYMENT IMPACTS OF HIGHWAY CONSTRUCTION

Job Categor Jobs Per

orson. garz) $1 Billion of No-Action Build Alternatives

P y Construction Costs!
Average Construction Costs (Billions) $0.00 $0.85
Direct/On-site Jobs 7,900 0 6,715
Indirect Jobs 19,700 0 16,745
Induced Jobs 14,500 0 12,325
Total Jobs 42,100 0 35,785

Source: Michael Baker Jr., Inc., FHWA
1 Does not include Right-of-Way costs

Due to the similarity in estimated construction costs
of all alignments, individual employment projections
were not made for each alignment.  Overall,
over 35,000 indirect and induced jobs could be
generated by construction of the proposed
highway.  Given the length of the proposed
highway, these economic impacts would continue

for several years.

Many Study Area residents would benefit from the
proposed highway. Increased accessibility to the
Interstate system would allow commuting times to
be reduced from these rural communities allowing
persons to increase their employment search area

in a safer and more time efficient manner.

It is possible that some highway-related businesses
along U.S. 171, LA 1, U.S. 71, and LA 157 could
suffer due to a reduction in traffic on this route.
This would depend on the type of business, the
traffic changes that occur, and the proximity to
other traffic generators. Highway related
businesses that depend in large part on through

traffic might be negatively impacted. Impacts to

these businesses would also be dependent on their
proximity to proposed interchanges. Marketing
initiatives by affected businesses, such as signs on
the highway, may offset the loss of through traffic

impacts.

The No-Action alternative could have a negative
economic impact on the Study Area. The No-
Action alternative would not result in new
construction employment, could limit rural resident
employment opportunities, and increase travel and
vehicle operating costs through a decreasing level

of service on area roadways.

4.5.2 Indirect Economic Impacts

Indirect economic impacts would be tied to
potential indirect development throughout the Study
Area. Growth in residential development in the
communities of Stonewall, Elm Grove, and
Haughton would increase the demand for
consumer services, including retail, banking,

healthcare and recreation.

ENVIRONMENTAL CONSEQUENCES AND MITIGATION
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Commercial development at interchanges at
US. 171, LA 1, US. 71, and LA 157 would have
varying economic effects on the local economy,
depending on the extent of this development.

4.6 VISUAL

Visual changes that are attributable to the
proposed highway would take two forms: views of
the proposed highway from various points within
the Preferred Corridor and views from the proposed
highway of the surrounding landscape.  All

alignments would have similar visual impacts.

4.6.1 Views of the Proposed Highway

The proposed highway would alter both the urban
and rural setting as it moves from Stonewall to
Haughton. The landscape between these two
communities is comprised by a mixture of
forestland interspersed with limited residential
development in upland areas, and agricultural land
adjacent to the Red River floodplain. Residents not
displaced by the highway facility, but in close
proximity to it, would have the greatest visual
impacts. However, the number of these incidences
is low due to the forested nature of the surrounding
environment.  Other residents living in the flat
terrain across the agricultural landscape of the Red
River floodplain would be less affected by most
views of the highway except in areas where
elevated grade separations occur at area roadway

crossings.

4.6.2 Views from the Proposed Highway

The views of the surrounding landscape from the
proposed highway could be considered a beneficial
impact as travelers pass through a predominantly
rural vista marked by agricultural and adjacent
forested lands. Numerous viewshed opportunities
would exist, primarily at elevated grade
separations, for motorist views across expansive
agricultural lands, forested areas, and views of
distant rural communities.  Views of scenic
wetlands would occur at the bridge crossing of the

Red River.

4.7  OIL AND GAS RESOURCES

Producing oil and gas well locations were obtained
from Tobin International, Ltd. in San Antonio, Texas
and entered into the Geographic Information
System (GIS) to determine impacts for each
alignment during the Alignment Study phase. Prior
to identifying a Selected Alignment, current oil and
gas well locations were obtained from the
Louisiana Department of Natural
Resources SONRIS web site. Producing wells are
defined as wells that are currently providing enough
product to offset the cost of maintenance and

extraction.

Oil and gas well impacts are summarized in
Table 4-6. Well impacts are scattered throughout
the Study Area from Stonewall to LA 157 in Bossier
Parish, with most being located within the Elm

Grove Field.

4-14
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Table 4-6
PRODUCING OIL AND GAS WELL IMPACTS
Alignment oil Gas
No-Action 0 0
Line 1 0 15
Line 2 0 17
Line 3 0 7
Line 4 1 22
Line 5 0 18
Line 6 (DEIS Preferred) 0 9
Selected! 0 11
Frontage Road 0 1
(Selected)

Source: Michael Baker Jr., Inc., SONRIS
1 Selected Alignment is Line 6 with minor modifications

Line 4 is the only alternative that would impact a
producing oil well and also impacts the greatest
number of producing gas wells. Line 3 would
impact the least number of producing gas wells.
No Haynesville Shale wells are impacted.

The No-Action alternative would not impact any

wells.

As a result of highway construction, economic
impacts may occur to landowners due to the loss of
active oil or gas wells. In conjunction with the
property acquisition process, a qualified petroleum
engineer would conduct a feasibility study for each
impacted well to determine the estimated reserves.
Results of the study would determine whether a
well would be replaced by directional drilling or
compensation would be provided to landowners
based on estimated reserves. All wells impacted
by the proposed highway would be properly
abandoned according to procedures established by

the Louisiana Department of Environmental
Quality.  During final design of the highway,
individual gas and oil collector lines would be
identified. When possible, these lines would be
avoided or relocated to continue service to these

well sites.

4.8 WATER QUALITY

Potential water quality impacts were assessed for
surface water, groundwater, and public water
supplies. DOTD will comply with all requirements
of the Clean Water Act, as amended, for the
construction of this proposed highway, and will
obtain the following permits: a Section 401 Water
Quality Certification, a Section 402 National
Pollutant Discharge Elimination System (NPDES)
Permit, and a Louisiana Water Discharge Permit
System (LWDPS) permit issued by the Louisiana
Department of Environmental Quality (LADEQ);
and a Section 404 permit issued by the U.S. Army
Corps of Engineers for the placement of dredged
and fill material in waters of the United States. A
Stormwater Pollution Prevention Plan will be
prepared in conjunction with the NPDES permitting
process prior to construction. This plan will include
all specifications and best management practices
(BMPs) necessary for control of erosion and

sedimentation due to construction related activities.

The No-Action alternative would have limited
impacts to all water resources. Normal roadway

maintenance, and minor safety improvements may

ENVIRONMENTAL CONSEQUENCES AND MITIGATION
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result in the temporary influx of sediment-laden

runoff to area waters.

4.8.1 Surface Water Resources

Surface water resources crossed by all alignments
include perennial and intermittent streams or
bayous, and man-made ponds primarily associated
with agricultural activities.  Perennial streams
crossed by the alignments include Brushy Bayou,
Wallace Bayou, Chico Bayou, Bayou Pierre, Red
Chute Bayou, Foxskin Bayou, and Clarke Bayou.
Intermittent streams crossed by all alignments
include Frierson Branch and Gandy Bayou.
Additionally, all alignments would cross the Red
River and the Flat River. Stream resources are

shown in Exhibit 4-1.

Water quality impacts would be similar for all
alignments and likely be restricted to the temporary
influx of sediment laden surface runoff associated
culvert and bridge placements. No long-term
adverse impacts would be expected.

Proposed Bridge and Culvert Locations

Bridges or culverts are proposed at the various
surface water crossings depending on the roadway
alignment and the upstream watershed area.
Table 4-7 lists the major watercourses crossed and
crossing type for each alignment. Culverts will
most likely be wused to cross other minor
watercourses. Detailed hydraulic studies will be
performed during the final design of the Project
(see Section 4.9.5).

Table 4-7
PROPOSED BRIDGE AND CULVERT LOCATIONS
Alignment
Line 6 Frontage
Watercourse Line 1 Line 2 Line 3 Line 4 Line 5 (DB Road
Preferred) / (Selected)
Selected!
Brushy Bayou Culvert Culvert Culvert Culvert Culvert Culvert
Frierson Branch Culvert Culvert Culvert Culvert Culvert Culvert
Gandy Bayou Culvert Culvert Culvert Culvert Culvert Culvert Culvert
Wallace Bayou Bridge Bridge Bridge Bridge Bridge Bridge Bridge
Chico Bayou Bridge - Bridge - - Bridge
Bayou Pierre Bridge Bridge Bridge Bridge Bridge Bridge
Red River Bridge Bridge Bridge Bridge Bridge Bridge
Flat River Bridge Bridge Bridge Bridge Bridge Bridge
Red Chute Bayou Bridge Bridge Bridge Bridge Bridge Bridge
Foxskin Bayou Bridge Bridge Bridge Bridge Bridge Bridge
Clarke Bayou Bridge Bridge Bridge Bridge Bridge Bridge

Source: Michael Baker Jr., Inc.
1 Selected Alignment is Line 6 with minor modifications

4-16 ENVIRONMENTAL CONSEQUENCES AND MITIGATION




%
£
8
Preferred
Corridor
Selected Alignment,
Line 6 (DEIS Preferred)
& Line 5
=
1]
-
O
=
L
>
(]
qu
D
s - (]
Conceptual Interchange [/;]
{All Lines) | =3
L 2
-
N
(=}
-y
N
Proposed
LINE 1 :
nterchange
Proposed
LINE 2 PSS WETLAND -
Interchange
Proposed
Interchange PEM WETLAND -
Proposed
POW WETLAND
Interchange
; : : : el : § : - ] : |-69, SIU 15
i L j RGeS T B N ; : : Exhibit 4-1
Proposed WETLANDS AND
Interchange FLOODWAY -

FLOODPLAINS

Sheet 1 of 6

Proposed

SUBBASIN - -

Interchange

Feet
0 2,500
*Line 6 (DEIS Preferred) with minor modifications

1 inch = 2,500 feet




Vyallace
Bayou’?

| Preferred
| Corridor

Conceptl Intechage : AR
¥ y ; / (' 2 4,5,6 Selcted) 2 g /_,</
Proposed “ % 3 .
LINE 1 T ; T , S_elected Alignment &
b ' ./ Line 6 (DEIS Preferred)
Proposed ~ T T .
LINE 2 ; S x 2 fa— : e

Interchange

Proposed
LINE 3

Interchange

Proposed 3 : 7 - Conceptual Interchange
LINE 4 Interchange A i g - _ (Lin 3)

Proposed
LINE 5

Interchange

(DEIS 3
Preferred) Proposed

LINE 6

Interchange

SELECTED Proposed
ALIGNMENT* Interchange

prowWETLAND [ , ¢ § e & NETSL & # : 7 4 b | & gy
ki —— e, AT B i >4 o SO o /' | WETLANDS AND
POW WETLAND e C el e 80 LN N W o : e -y L

FLOODPLAIN Y Oy B .y , O SOILS . ./ Yy L = FLOODPLAINS
FLOODWAY A )% e o - f o/ N & L I & W

SUBBASIN

*Line 6 (DEIS Preferred) with minor modifications |

1 inch = 2,500 feet




Legend

Proposed
LINE 1

Interchange

Proposed

LINE 2

Interchange
Proposed
LINE 3 ,
nterchange
Proposed
LINE 4 ,
nterchange
Proposed
LINE 5 :
nterchange
(DEIS
Preferred Proposed
LINE 6 :
nterchange
SELECTED Proposed
ALIGNMENT* Interchange

PFO WETLAND
PSS WETLAND
PEM WETLAND
POW WETLAND
FLOODPLAIN
FLOODWAY
SUBBASIN L L]

1 1

*Line 6 (DEIS Preferred) with minor modifications

| Frontage

Road

Selected Alignment, %
Line 6 (DEIS Preferred) |

Conceptual Interchange
(Line 2, 5)

169, SIU 15
US 171 to 1-20

aur ysen

9 10  }93Yg 998

Exhibit 4-1

WETLANDS AND
FLOODPLAINS

Sheet 3 of 6

Feet
0

]
1 inch = 2,500 feet




Legend

Proposed
LINE 1 ,

nterchange

Proposed
LINE 2

Interchange

Proposed

LINE 3

|

Interchange

Proposed
LINE 4

Interchange

Proposed
LINE 5

Interchang<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>